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use Car	Free	Days	were	developed	to	challenge	the	use	of	private	motor	vehicles	in	an	attempt	to	alleviate	the	global	burden	that	private	vehicles	cause.	These	initiatives	have	been	used	to	raise	awareness	of	and	address	a	wide	range	of	issues	related	to	private	motor	vehicle	transportation	including	congestion,	negative	effects	on	the	environment,	transport	inequality,	and	social	exclusion. 							 18	
Figure	6:	A	timeline	displaying	a	variety	of	car	free	
initiatives.	


















































































































































































































Road	Closures 	 A	system	of	soft	road	closures	and	hard	road	closures	appears	to	be	the	most	effective	way	of	managing	a	car	free	zone,	granting	commercial	and	emergency	vehicles	access	to	streets	when	necessary.	During	the	Car	Free	Days	in	Vancouver,	“center	lanes	on	the	streets	are	kept	clear	and	street	blockades	can	be	moved	for	emergency	vehicles,”	according	to	Sam	Reeves,	the	Executive	Director	of	the	Car	Free	Vancouver	Society	(personal	communication,	November	16,	2018).	Also	during	these	Car	Free	Days	in	Vancouver,	several	side	streets	leading	to	restaurants	and	other	delivery-heavy	businesses	are	blocked	off	with	soft	road	closures,	where	traffic	attendants	allow	commercial	vehicles	to	complete	their	deliveries.	 	 In	Stellenbosch,	closing	off	certain	roads	will	affect	different	groups	of	people.	For	example,	closing	off	roads	around	the	university	will	affect	more	students	and	staff	at	the	university	than	other	residents	of	Stellenbosch.	For	several	reasons,	all	the	streets	inside	the	car	free	zone	cannot	be	blocked	off	with	hard	closures.	There	are	certain	people	who	will	need	access	to	the	area	at	certain	points.	This	includes	emergency	vehicles,	possibly	some	delivery	drivers,	and	those	with	disabilities	who	may	need	to	drive	their	own	car.	From	our	observations	and	engagement	with	stakeholders,	we	were	able	to	determine	which	streets	in	the	car	free	zone	could	not	be	closed	off	completely.	The	streets	we	observed	as	having	the	most	congestion	during	rush	hour	were	Merriman	Ave.	and	Dorp	St.	(observations,	november,	2018).	We	counted	201	cars	on	Dorp	St.	and	329	cars	on	Merriman	Ave.	during	15-minute	time	intervals	during	the	evening	rush	hour	commute.	This	suggests	that	vehicle	drivers	depend	on	Merriman	Ave.	much	more	than	they	depend	on	Dorp	St.	Merriman	Ave.	is	too	essential	to	be	fully	closed,	as	it	is	a	main	access	route	to	the	R310.	






































The	Proposed	Plan	for	a	Car	Free	Day	in	Stellenbosch 	 The	proposed	plan,	pictured	in	Figure	24,	is	a	compromise	between	the	highly	disruptive	Car	Free	Day	plan	and	the	minimal	impact	Car	Free	Day	plan.	With	this	plan,	the	car	free	zone	expands	beyond	the	university	to	involve	more	of	the	community.	Similar	to	the	highly	disruptive	plan,	there	are	four	proposed	Park	and	Ride	locations,	with	pop-up	bike	shops	and	bike	repair	shops	located	near	to	the	drop	off	points.	This	plan	involves	businesses	on	Church	St.	and	Dorp	St.,	both	of	which	are	highly	pedestrianized	(observations,	November,	2018).	All	but	one	of	the	businesses	that	we	talked	to	in	this	zone	reacted	positively	to	the	idea	of	a	Car	Free	Day	(personal	communication,	November,	2018).	Since	this	proposed	plan	would	include	about	62	restaurants	and	stores	that	could	possibly	need	deliveries,	there	will	be	soft	and	hard	closures	surrounding	the	area	(observations,	December,	2018).	The	delivery	routes	that	we	have	found	to	be	most	efficient,	includes	the	most	restaurants	and	stores	but	also	the	shortest	route,	as	to	make	disruption	to	the	rest	of	the	area	as	limited	as	possible. 	 In	Figure	24,	the	roads	highlighted	in	black	display	a	zone	in	which	no	cars	are	allowed	(save	for	emergency	vehicles),	surrounded	by	hard	closures,	similar	to	the	highly	disruptive	plan.	The	roads	at	the	bottom	of	the	zone	are	business-heavy	streets,	so	soft	closures	are	in	place	to	allow	commercial	vehicles	to	perform	their	deliveries.	Pop-up	bike	shops	are	located	by	the	Park	and	Ride	drop	off	points,	with	an	additional	bike	shop	located	on	the	corner	of	Van	Riebeeck	St.	and	Drostdy	St. This	plan	addresses	concerns	regarding	pushback	from	businesses	in	and	around	Eikestad	Mall	on	Andringa	St.,	as	that	section	of	the	road	is	kept	out	of	the	car	free	zone,	minimizing	any	delivery	disruptions	for	those	businesses.	Unlike	the	minimal	impact	plan,	this	ideal	plan	would	involve	the	Stellenbosch	community	outside	of	the	university,	which	would	provide	a	greater	and	more	meaningful	impact.		Following	the	presentation	that	we	held	with	our	stakeholders,	we	made	some	adjustments	to	our	proposed	plan	to	include	the	feedback	we	received.	We	found	that	those	who	would	experience	the	most	impact	those	who	commute	from	outside	of	Stellenbosch,	for	instance,	from	Cape	Town.	When	developing	this	plan	we	did	not	consider	how	minimal	of	an	impact	nearby	Park	and	Ride	facilities	have	on	the	commuter’s	travel.	Hence,	for	this	group of people, they would have already driven most of their commute 
to reach the Park and Ride locations, lessening their effectiveness. In order for the Park and Ride 




























































plans	throughout	our	time	in	Stellenbosch,	as	we	did	with	our	sponsors	and	advisors,	to	receive	their	feedback	as	we	worked	to	develop	our	proposed	plan.	Especially	since	we	did	not	have	much	knowledge	and	understanding	as	to	how	we	were	going	to	plan	the	Car	Free	Day	when	we	first	conducted	these	interviews	because	they	took	place	on	our	first	day	of	arriving	in	Stellenbosch. Our	cost-benefit	assessment	is	based	solely	on	assumptions	that	we	made	regarding	information	we	found	as	it	relates	to	the	different	components	for	the	Car	Free	Day	to	be	implemented.	Initially,	we	planned	on	including	a	complete	cost-benefit	analysis,	but	our	lack	of	familiarity	and	understanding	of	a	cost-benefit	analysis	kept	us	from	being	able	to	achieve	this.	We	did	try	to	get	in	contact	with	an	expert	to	possibly	help	us	with	conducting	an	analysis,	but	we	were	unsuccessful.	We	attempted	to	discuss	a	cost-benefit	analysis	with	members	of	the	Department	of	Logistics,	but	our	inquiries	were	unsuccessful.	We	suggest	that	a	detailed	cost-benefit	analysis	should	be	completed	for	the	Car	Free	Day	and	that	an	expert	should	be	consulted.	 	 While	we	received	useful	feedback	from	the	stakeholders	after	our	presentation,	we	did	not	host	a	true	group	forum,	which	was	our	initial	intention.	None	of	the	team	members	had	ever	hosted	a	group	forum	before,	thus	impacting	our	ability	to	effectively	create	a	dynamic	environment	for	everyone	to	speak	freely	with	each	other.	Unfortunately,	we	did	not	take	the	necessary	steps	to	provide	a	sense	of	open	communication,	such	as	having	everyone	introduce	themselves	and	explain	their	role	in	being	present	beforehand.	As	a	result	of	our	inability	to	create	a	setting	for	a	group	forum,	we	ended	up	with	a	presentation	followed	by	comments	and	questions	from	the	stakeholders.	By	not	understanding	how	to	host	a	group	forum,	we	may	have	missed	out	on	valuable	feedback	that	would	have	been	shared	in	a	more	open	environment.			 During	our	presentation	to	the	stakeholders,	it	was	suggested	that	we	should	have	engaged	more	with	the	Stellenbosch	Municipality	officials.	While	we	were	hesitant	to	communicate	with	the	municipality	officials	before	creating	a	solid	plan,	we	now	recognise	that	establishing	some	form	of	communication	would	have	been	helpful,	as	the	municipality	owns	a	lot	of	data	that	could	have	benefited	our	plan.	However,	if	students	are	to	continue	with	this	project,	direct	communication	with	the	municipality	is	not	recommended.	We	suggest	that	communication	should	be	facilitated	by	individuals	with	an	established	relationship	with	the	municipality,	as	students	are	more	likely	to	be	dismissed. 
 Johann	van	Rensburg	suggested	at	the	presentation	that	carpooling	may	be	an	option	to	help	decrease	congestion.	Looking	into	the	option,	we	found	that	it	is	a	promising	method	in	reducing	congestion.	According	to	a	study	at	the	Massachusetts	Institute	of	Technology,	carpooling	“can	reduce	the	number	of	cars	on	the	road	by	a	factor	of	three	without	increasing	travel	times” (Connor-Simons, 2017). While they are effective, we did not 
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• Walking		 	 	 	 	 insert	#	(0-7	Days)	
• Biking		 	 	 	 	 insert	#	(0-7	Days)	
• Drive	Private	Motor	Vehicle		 	 insert	#	(0-7	Days)	
• Rideshare/Ride	as	passenger	 	 insert	#	(0-7	Days)	
• Minibus-Taxi			 	 	 	 insert	#	(0-7	Days)	
• Carpool		 	 	 	 	 insert	#	(0-7	Days)	




































































Interval 3:27-3:43 3:53-4:08	 4:14-4:29 4:36-4:51	 5:02-5:17	 5:20-5:35 
#	Cars 201 122 116 329 93 91 
#	Bikes 7 2 5 10 13 8 
#	
Pedestrians 82 107 118 168 123 88 

























Interval 7:09-7:19 7:23-7:33 7:39-7:49 8:09-8:19 8:29-8:39 7:52-8:02 
#	Cars 50 130 75 91 92 104 
#	Bikes 1 4 4 4 12 6 
#	
Pedestrians 27 37 36 68 181 32 
#	MBT 13 20 1 38 8 1 
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Appendix	D:	Gender	and	Race	of	Street	
Interviewees Identifying	Tables	of	Interviewees	
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